The purpose of this article is to discuss the inter-urban linkage between the non-capital cities in Korea and Japan, focusing on the relationships between Fukuoka and Busan, as part of an empirical research on the internationalization of non-capital cities in East Asia. We attempt to subdivide international trade activities of firms and analyze foreign destinations based on cities. The linkage between Busan and Fukuoka mainly sits at the apex of the international urban system, from the perspective of the gateway of "Physical Distribution" and "Business Trip"; however, links to Tokyo and Osaka mostly act as "Transaction" and functional cores such as sales channels. Fukuoka airport and Shimonoseki port have been utilized as a gateway. Fukuoka Airport has a promising evaluation concerning accessibility and convenience. Shimonoseki port has certain advantages due to the short time required for customs formalities, brevity of the shipping time and convenient daily shipping schedules.
Introduction
The purpose of this study is to discuss how non-capital cities in Asia can eradicate disparities and surmount contexts that they lagged behind respective national primary cities. As an example model of a transboundary economic cooperation in East Asia, the authors focused on the concept of Cross Border Metropolis between Busan and Fukuoka (CBM-BF), since both cities have been implementing major and minor joint cooperation projects in a lot of domains at local administrative level, for the long term. They are geographically and historically adjacent (Georgieva, 2016; Dimitrov, 2016; Park and Fujimura 2016) .
Supported by the results of our research, the purpose of this paper is to discuss the idea of how important horizontal inter-urban linkages in the international urban system are. In this paper we have been extensively researching the inter-linkages between the non-capital cities in Korea and Japan, with focus on the relationships between Fukuoka and Busan, as a part of an empirical research of the internationalization of non-capital cities in East Asia.
Regionalization and globalization in various regions of the world since the 1980s, have encouraged adjacent border regions to seek feasibility and capacity of cross border integration and collaboration projects. Since the 1990s, various Asian countries have suggested the novel and innovative concept with regards to cross border cooperation (CBC). More specifically, the concept of Malaysia-Singapore Growth Triangle (the IMS-GT) was proposed in 1992 as a model of sub-regional economic co-operation in South-East Asia. The vast majority of those models have equivalent contexts in several aspects: (1) respective models have been driven by central governments and institutions; (2) most Asian countries have aspired to take initiatives for their respective countries in the main industries that would lead to economic growth, so that they initiated economic collaboration in growing and creative industries, such as IT, finance, fashion, design, automobile, etc. (Park and Fujimura 2016) .
In this regard, it should be noteworthy that adjacent transboundary cities in East Asia, Busan and Fukuoka formalized the CBC in 2009, since both cities are non-capitals and are ranked second and sixth largest cities in Korea and Japan respectively and they formulated cooperation projects without the involvement of central governments. This became known as the concept of Cross Border Metropolis between Busan and Fukuoka or CBM-BF (Park and Fujimura 2016) .
Those contexts promoted this paper to discuss how the relationship between adjacent transboundary cities in East Asia have been forged by indigenous business activities. Therefore, as a case study, in this paper, we examine inter-urban relationships between Busan in South Korea and Fukuoka in Japan, focusing on international trade activities by the small and medium sized entrepreneurs located in Busan and their Japanese clients.
Previous research
The debate on urban systems in Japan as well as Korea have bred and continues to do so, dozens of empirical and theoretical studies (e.g. Abe 2005 Abe ,2009 Abe ,2010 Abe ,2014 Kitada, 2000; Morikawa 1997; Murayama 1982 Murayama , 1994 Nishihara 1991; Park 1997 , 1998 , 2002 Sugiura 1978 . The internal urban structure has been examined as a node analysis whereas urban network or inter-urban linkages has been explored as a linkage analysis. They have focused on whether the urban system in national level is characterized by a hierarchical or non-hierarchical structure represented by Christarller's and Pred's models (Murayama 1994; Park 2002) . In the previous studies, two mainstreams, consisting of business networks (e.g. intra-corporate branch or subsidiary networks) and interlinkages through flows (e.g. passengers, populations, information, etc.), have been emphasized. Especially, the spatial structures created by the internal organization and activities of business operations have played an essential determinant and encompassing urban system. Albeit in the tremendous previous literature the spatial structure of international urban systems and their mechanisms of formation have been acknowledged to recently be of paramount significance, they have been limited in the national, regional and local spatial level. In addition, the role of non-capital cities in peripheral regions and their globalization activities have received less attention, for the reason that the lack of a database representing the inter-linkages not in a state but at city level. In this regard, this paper aims to open a discussion on an empirical model that captures the status and the process of globalization of non-capital cities in international urban systems in East Asia, as a case study, choosing the inter-urban linkages between Fukuoka in Japan and Busan in Korea.
There are two main points in research. The first is the relationship between Fukuoka and Busan with regards to the frequency of international passengers, international telephone calls and international capital transactions. The second is the linkage between the two cities, founded on the stock data that is represented on the international transaction of firms. The data about transaction of firms consists of 3 kinds of transaction: (1) One is about trade activities of export and import, (2) the second is dependent on alliances between firms and (3) the third is built on intra-firm networks like branch and subsidiary networks. All of these had been researched in 1990'. Although the data goes back to 1990', the findings are very significant even today. Therefore, Author would like to present the inter-linkage between Busan and Fukuoka.
Data and methods
Firstly, we defined the economic territorial region of Fukuoka city as "Fukuoka" which consists of Fukuoka, Kitakyushu and Shimonoseki, following works of Abe (2014) , Murayama (1982) and Park (1997) . Murayama (1994) and Park (1998) also stated that the analyzed objects should be the cities within the international urban systems that are not defined as administrative districts but as a metropolitan area. Kagawa (1992) also defined those three cities as Northern Kyushu region with ports. Fukuoka is the capital city of Fukuoka Prefecture and is situated on the northern shore of the island of Kyushu in Japan. It is the most populous city in Kyushu, followed by Kitakyushu. As of 2011, Fukuoka is Japan's 6th largest city, having surpassed the population of Kyoto. This marks the first time that a city west of the Kinki region has a larger population than Kyoto since its founding in 794. Busan is South Korea's second largest metropolis after Seoul, with a population of approximately 3.6 million. It is also the largest port city in South Korea and the world's fifth busiest seaport by cargo tonnage. The city is located on the southeastern-most tip of the Korean peninsula.
There are no doubts that international trade geography made its greatest advances after 1990'. However, previous studies have been emphasizing relations between countries as study objects. Majority of authors, mainly tend to analyze port functions or physical distribution without paying sufficient attention to disparities between cities. They fail to explain the spatial structure of international trade from the viewpoint of international urban system. Therefore, this paper considers precisely the viewpoint above, the international urban system, focusing on the activities of exporters in Busan.
Furthermore, in the previous studies (Park 2002) , we attempted to (1) define international trade between firms in three aspects, (2) adopt a methodology of international urban system and (3) examine the activities A Case Study of Interlinkages between Busan in Korea and Fukuoka in Japan of exporters in Busan 2 . The definition of international trade between firms, which the previous papers dealt with, was as follows: we focused on 3 aspects of trade activates that are listed as (1) "Transaction," (2) "Business trip" and (3) "Physical distribution" 3 .
Firstly, the aspect of "Transaction" represents contract behaviors between exporter and importer. The principal actors of international trade are the importers and exporters, and they can accomplish international businesses with contracts. Consequentially, they could create inter-linkages between cities and also form international urban systems. Thus, as a decisionmaking process, this aspect can be considered to play the most vital role in the international trade between trading firms.
Secondly, the aspect of "Business trip" indicates the international business trip of trading firms' staff members. It is necessary to make plenty of business trips to achieve business contract for the international trade. Since it believed to be very important in business we dedicated our attention to this aspect as well.
Lastly, the aspect of "Physical distribution" shows the decision-making process with focal point on the transportation routes. Based on the contracts resulted from the aforementioned two aspects, the international flow of transaction goods becomes also very important for this study.
In this paper, we analyzed the factors affecting the strong relationship between Fukuoka and Busan in the aspect of "Physical distribution". It will be examined what causes Fukuoka to be a stronghold of international flow. This paper is based primarily on face-to-face semi-structured interviews with exporters located in Busan and their Japanese buyers. The data used in this paper is obtained by the field survey with interviews and questionnaire. The exporter in this study is defined as a small and medium sized business in the food and apparel sector, located in Busan. The main data sources used to explain trading features and attributes are the BUSAN Chiyok Suchul Hyonhwang (Directory of exporter in Busan) 4 .
The author conducted interviews at sample firms and public agencies related to trading with Japan, comparing 3 different periods of time: March 1995, May-July and Dec-Jan 1996. In addition, interviews with 14 companies which we had conducted were tracked in September and October in 2015.
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The reasons why we chose sample firms are as follows: According to BUSAN Chiyok Suchul Hyonhwang (exporter's directory in Busan), there were 868 firms trading with foreign countries, 335 of which traded with Japan. Stated as the industry sectors of exporting to Japan, all food businesses accounted for 78 firms, 66 of which were exporting to Japan. It means that at 85%, food business has the highest level of dependence on exports to Japan. This is followed by apparel of 55 firms at 34% (Table 1) . Therefore, food and apparel businesses are selected in this study. Table 2 shows the size-structure of exporters in Busan. By looking at the number of employees and volume of export broken down by respective scale, we can realize that most of exporters operate not only small size businesses but also make contracts for small amounts of their products. The exporters with less than 100 employees occupied 90% in food business sector and 70% in apparel, respectively. Furthermore, the majority of exporters in Busan have less than 49 employees in food (82%) and in apparel (58%) business. In the case of volume of exports (Table 2b ), the majority of exporters, which don't surpass 5 million dollars in annual exports, account for 79% of total sales amount in each business sector. Table 3 indicates the starting time of exporting and the number of clients in Japan. Most of exporters in Busan tend to export to Japan at the same time they started to operate international business. Their exporting activities to in Japan reached their peak around 1980s. Looking at each business sector, food businesses have a tendency of rising up gradually after commencing their business in 1970s whereas apparel businesses drastically rose up simultaneously, having started their business in 1980s. However, the number of clients in Japan displays similar trend between food and apparel business sector. More than 50% of exporters in Busan have only less than 4 clients, while exporters that keep business relationships with more than 10 clients are extremely few. 
Results and discussion
During the research authors interviewed both the exporter and importer as a case study, in order to identify the reasons why a lot of companies have shipped commodities to ports in Fukuoka Area.
First, we tried to track the entire routes of shipping commodities from storages of exporter in Busan to distribution center of importer in Japan. In addition, we have also calculated the amount of time and distribution costs, resulting from both exporter and importer choosing different routes, simulating the utilizing of ports in importer's proximity along the way: (1) What amount of costs are expected for distribution of commodities on entire shipping routes and (2) How much time it takes to get to the distribution center from exporter B to importer C. The factors influencing inter-urban linkage as a gateway of physical distribution are as follows:
Various costs in international physical distribution
The costs of international physical distribution require trading companies to pay three kinds of fees for international shipping and delivery: (1) Domestic shipping fees in Korea, (2) International shipping fees from Busan to Japan and (3) Domestic shipping fees in ports of Japan. Domestic shipping fees in Korea are composed of (1) trucking expenses from exporter's storage to Busan port, (2) terminal charges in Busan port and handling commodities and (3) customs duty. International shipping fees mostly consist of sea freight. Domestic shipping fees in Japan are comprised of (1) customs duty in Japan, (2) terminal charges in ports of Japan and (3) trucking fees from ports to distribution centers.
Exporters of cloths generally tend to make contracts with F.O.B (Free on Board) whereby importers pay international shipping fees and domestic shipping fees in ports of Japan. Contrary to that, exporters of foods are inclined to make contracts with C. I. F (Cost, Insurance and Freight) whereby importers shoulder only domestic shipping fees in ports in Japan.
A case study in food business

a. The overview of transactions
We researched the transaction between the company DY 6 in Busan and the SK in Tokyo, as a case study (Table 4 ) and investigated the entire route from DY to SK. First, products were shipped from Busan port by sea freight to ports in Japan. After landing the goods from the ship, all products were transported by trucking to the distribution center that is located at the Toyomi-district in Tokyo. 
b. The distribution routes of transaction goods
We closely examined the advantage of Shimonoseki port regarding the total amount of time and distribution costs. Figure 1 and Table 5 show the total amount of time and the distribution costs in two possible scenarios that are taken for an actual route and hypothetical distribution route. First, we compare the data for the total amount of time spent on shipping goods through Shimonoseki port, compared with other ports. After DY and SK made contracts, 13.5 tons of Manila clams were loaded from the DY's storage in Busan, delivered to Busan port, and headed for Shimonoseki port on Sep 4, 1995. They were unloaded in Shimonoseki port on the following day. Utilizing Shimonoseki port had an obvious advantage compared to other ports in Japan with respect to the total amount of time and distribution costs. It took almost a day to clear the goods through the customs, which means that the entire procedures had been completed on 6 Sep. It was on 8 Sep that goods finally arrived at the distribution center of SK. Therefore, it only takes 4 days for SK to get their goods to Tokyo.
On the other hand, we assumed that the importer utilized the most immediate port from distribution center of SK, which is Yokohama port. The analysis showed the following: It was on 7 Sep that goods were completely unloaded in Yokohama port, after being shipped from Busan port. All customs' procedures were expected to finish on 13 Sep. Finally, it was estimated that the goods would be delivered on 14 Sep at distribution center of SK. From this, we could assume that it took 10 days in total for the merchandise to arrive to Japan from Busan. Next, we also examined the distribution costs of using Shimonoseki port in order to identify advantages of Shimonoseki port. Table 5 shows the total amount of distribution costs between DY and SK. It takes 493,483 JYP in total for both firms to distribute from Busan to Tokyo. Comparing the differences between actual and hypothetical distribution costs, it is easily state that transport fees and incidental fees can cause the disparity between actual and hypothetical distribution costs. Transport fees are comprised of two following costs: (1) the cost of utilizing sea freight to Shimonoseki port and Yokohama port, and (2) trucking fees to distribution center in Tokyo from Shimonoseki and Yokohama ports. Incidental fees indicate (3) a custom tariff and (4) storage fees in custom bonded zone.
Furthermore, we tried to simulate distribution costs, assigning DY and SK the most immediate port as the distribution center in Japan. Table 5 displays the disparity between the actual routes and hypothetical distribution routes. First, when DY and SK decided to use Shimonoseki port, the actual cost took in total of 292,236 JPY, consisting of transport fees of 270,580 JPY and incidental fees of 21,656 JPY. On the other hand, when it was assumed for both to designate the most proximate port as their primary destination, from the distribution center of SK, which is Yokohama port, the "hypothetical cost" could be estimated to take 452,552 JPY that was made up of transport fees of 389,000 JPY and incidental fees of 63,552 JPY. The final difference between the actual cost and the hypothetical cost accounted for 160, 316JPY.
Likewise, it revealed that it had more advantages for both firms to ship the goods to Shimonoseki port, both in terms of the total amount of time and distribution costs.
A case study in apparel business
a. The overview of transactions
We conducted a case study of the contract among CH, CR and A
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. In 1995, they made transactions consisting of 46 items of women's garment that were shipped to Japan 17 times. We verified which kinds of ports and airports they had chosen and how many times each port and airport had been used for a year. Table 5 shows that they had also utilized ports rather than airports just as in the case of food trading explored in the previous case study. Finally, the number of times they shipped to Shimonoseki port takes a share of approximately 90% of the total amount of transactions (Table 6 ). It became apparent that the most active periods for delivery range from January to February and July to August. In general, stores started selling spring and summer collections in March, while fall and winter collections were mostly sold in September. This may indicate that A should focus on shipping their good in those seasons. All in all, goods in the case study were shipped to Shimonoseki port from Busan port. After unloading from Shimonoseki port, they were distributed by trucking services to distribution centers in Tokyo and Osaka respectively. 
b. The distribution routes of transaction goods
We discovered the total amount of time and distribution costs required for the transactions using Shimonoseki port. In addition, we also tried to simulate the total amount of time and distribution costs, assuming that trading firms shipped the goods to immediate ports from distribution centers in Japan. Figure  2 and Table 7 display the differences between actual and hypothetical distribution routes, costs, and the total amount of time. CH shipped 7,512 pieces and 4 kinds of women's apparels to Japan through Shimonoseki port. Among those items, 3,802 pieces of goods were distributed to Osaka storage and the rest of 3,710 commodities were delivered to Tokyo distribution center that was located in suburban area, i.e. Saitama prefecture. All goods were shipped from Busan port on 6 Aug and unloaded on the next day in Shimonoseki port. All customs procedures were finished on 8 Aug. It was on 10 and 11 Aug that all items arrived at Osaka and Tokyo distribution centers. Therefore, it took in total 4 and 5 days for the delivery to be completed in Osaka and Tokyo, respectively. On the other hand, the results were different when the distribution of goods to Osaka and Tokyo were simulated, supposing they were headed for the most proximate ports. For the simulation, we used the hypothetical data of time and distribution costs necessary upon shipping goods from Busan port to a single port in Japan and delivering them to each of the distribution centers in Tokyo and Osaka. Source: based on the author's interviews
The amount of resources needed to get to Yokohama and Kobe ports respectively can be estimated. In the case of using Yokohama port, transaction goods are shipped from Busan port on 6 Aug and expected to be unloaded on 10 Aug. All customs' procedures are estimated to finish on the 17th. It is on 18 and 19 Aug that all goods would have been delivered to Tokyo and Osaka respectively. We could assume that it takes approximately 13 days in total for goods to get to Tokyo and Osaka from Busan respectively. In the case of utilizing Kobe port, it would have taken one day less than using A Case Study of Interlinkages between Busan in Korea and Fukuoka in Japan Yokohama port which gives us a total of about 12 days. In the research, the total amount of time shows that utilizing Shimonoseki port has a decisive advantage, like in the case of foods trading companies.
Next, we calculated the distribution costs of utilizing Shimonoseki port. Table 7 shows the total amount of distribution costs between actual and hypothetical distribution route. It took 559,137 JYP in total for both firms to distribute from Busan to Tokyo and Osaka. The differences between actual and hypothetical distribution costs were brought by the two major costs-factors as stated in the case of foods trading: Transport fees including international sea freight and trucking fee to destination from each port and incidental fees including the fees between custom tariffs and storage fees in custom bonded zone.
First, in the case of utilizing Shimonoseki port, "actual cost" took in total 337,075 JPY consisting of transport fees for international sea freight of 45,159 JPY, trucking fee of 284,600J PY and incidental fees of 7,316 JPY. On the other hand, when it was assumed for both to designate Yokohama and Kobe ports as the most proximate port from the distribution center, "hypothetical cost" could be estimated to take 260,459JPY in the case of Yokohama port and 257,567 JPY in Kobe port. The final difference accounted for -76,616 JPY in Yokohama port and -79,508 JPY in Kobe port respectively.
Consequently, it was not in the total distribution costs but in the total amount of time that Shimonoseki port could be confirmed to have obvious advantages. Even though the distribution cost of using Shimonoseki port was higher than other ports, both firms have been utilizing Shimonoseki port. It means that trading companies tend to give a priority to the total amount of time rather than the distribution costs.
c. The factors for choosing particular port
Through two case studies, the reasons why exporters in Busan have shipped to Shimonoseki port were clearly explored. Here, we analyze the factors that caused outstanding advantages of Shimonoseki port both in terms of distribution costs and total amount of time required to cover the distance from exporter's to importer's storages.
First, Shimonoseki port has advantages in the total amount of time due to the following factors: (1) Short time required for customs formalities and (2) Brevity of international shipping and (3) Convenient daily shipping schedules.
According to interviews with firms, when they shipped to Shimonoseki port, it only took approximately 6 hours to unload fresh goods such as raw fish and a day or two to land other goods. On the other hand, in the ports located in Tokyo, Osaka and Nagoya metropolitan areas, it can be estimated to take 5 to 7 days on average to go through the customs. We also investigated how convenient it is for trading firms to use Shimonoseki port in terms of shipping schedules. Table 8 displays the types of 30 Japanese ports that keep shipping schedules and offer regular sea freight services across ports in Korea. According to cluster analysis based on shipping schedules for a month, 30 Japanese ports can be classified into four types. Cluster A consists of Tokyo, Yokohama and Nagoya ports whose shipping schedules run on Tuesday and Saturday. It is named as "the type of ports in Tokyo and Ise Bay". Cluster B is composed of 22 local ports that have relatively much less frequent shipping schedules than others and we call it "the type of local ports". Cluster C is comprised of Kobe and Osaka ports that have mainly shipping schedules on Monday, Wednesday and Saturday. It is designated as "the type of ports in Kasai region". Finally, cluster D is made up of ports in Fukuoka region such as Shimonoseki, Hakata and Moji ports that don't give weight to specific days and have almost equal daily shipping schedules. We name it "the type of North Kyushu region".
As we have seen, it is clear that ports in Fukuoka are different from other types in terms of the shipping schedule. Especially, because of the fact that Shimonoseki port has daily shipping schedules from Busan port, the exporter can ship merchandise at any time that is convenient for them. It can persuade trading firms to use Shimonoseki port.
Next, we analyzed the advantage of distribution costs of Shimonoseki port in foods trading cases. Trading firms can use either insulated or refrigerated containers. However, their choice is influenced by the transport cost. When trading firms ship to Shimonoseki port, it takes a short time to embark on the journey that they tend to utilize insulated containers. When transporting to Yokohama port, they choose refrigerated containers.
In the case of using insulated containers, all goods, 13.5 tons of Manila clams, could be loaded in a 20-foot-sized container. However, if they chose refrigerated containers, only 10 tons of goods could be loaded in a single container. In addition, individual refrigerated containers are not allowed to use the LCL shipping method which permits single containers to ship goods of multiple companies. Therefore, trading firms cannot help but utilize an extra 20-foot-sized container for only 3.5 tons of goods. A Case Study of Interlinkages between Busan in Korea and Fukuoka in Japan Cluster B Total  28  19  17  15  13  32  19  143 Source: based on "The weekly Shipping Gazette [44] [45] [46] [47] [48] [49] [50] [51] Lastly, so as to explore the reason why exporters and importers would trade special apparel goods while observing the total amount of time rather than distribution costs, we tried to interpret the trends based on the 2 following factors: (1) the percentage of transport costs per total amount of exports and (2) the relation between the period of delivery and total amount of sales in shops. Table 9 shows the relation between the total amount of transactions and the percentage of transportation costs in each port in Japan. According to the transport cost for the total amount of transactions, Shimonoseki port accounts for 3.7% while Yokohama and Kobe ports take shares of 2.8% and 2.5% respectively. In other words, the disparity among Shimonoseki, Yokohama and Kobe ports is about 1%. It is also clear that even though it takes more transportation costs to use Shimonoseki port rather than others, trading firms don't mind the loss of 1% on transportation costs and tend to give priorities to the total amount of time in which firms can distribute the goods; the shortest delivery takes 8 days. Table 10 indicates the selling period of transported goods at 10 shops of T department stores. 95 pieces of women's apparel were distributed to T department stores; 53 pieces out of those 95 were sold out completely. After being delivered to shops, 35 pieces of them were sold in the first and second weeks; it accounts for 66% of the total sales. It is remarkable that the amount of sales is extremely high and concentrated in the first 2 weeks. Company A assumes every single item to be sold in the period between 30 and 45 days. Considering that the sales period of A coincides with those of business rivals with similar kinds of goods 8 . As long as transportation costs do not rise up 8 The meaning of 8 to 10 days can be more significant for Company A.
significantly, trading firms tend to choose a port that enables the commodities to be delivered in the shortest time. Customs duty tends to be imposed on the transaction cost including sea freight cost. Therefore, trading firms decide to choose cheaper shipping cost by sea freight than by trucking service. Finally, we investigated the reasons why most of firms utilize ports rather than airports. It is rare for trading firms to distribute to Japan by air; this only happens a few times in a year. It is limited in the moments when (1) an exporter sends sample items that require shortest delivery time and (2) an exporter is expected to make it on time specified in contracts to deliver goods. Table 11 displays the transport cost of blood clam shipped to Shimonoseki port and giant clam to Sendai airport. Transport cost per transaction cost occupied about 2% in the case of using sea fright, while it accounted for approximately 51% in the case of using air flight. Transaction product unit cost for foods and apparels is so low that trading firms utilize ports rather than airports and choose the distribution route that enabled the goods to be delivered to the distribution centers within the shortest time.
Conclusion
Since the period of 1980s, many small and medium sized exporters with head offices located in Busan have operated their own international sales networks with Japanese clients. In the process of international trading business, they have set up inter-urban linkages mainly in three metropolitan regions (Tokyo, Osaka and Nagoya) as well as Fukuoka. The inter-urban linkages created by international trade have in turn molded the structure of international urban system between Korea and Japan.
International trade activities of firms in Busan are very complex unlike other businesses on the national level. In addition, they are characterized by sales channels, business trips and shipping of goods that are long and split among various spatial levels. Moreover, the destination of sales channels, business trips and shipping of goods make a significant difference to the pattern of inter-urban linkages based on international transaction. As a result, it is impossible to examine inter-urban linkages in adequate detail using conventional published sources and the reports of government agencies.
The present research is based on data tabulated by the author from the original questionnaire, relying on the directory of 62 different types of exporters in Busan. In the process, international trade activities of exporters were classified into 3 aspects according to their designated level of the business affairs' details, such as sales channel, business trip and shipping of goods; we named them "Transaction", "Business trip" and "Physical distribution". Analyzing the spatial structure of physical distributions, we discovered the reason why Shimonoseki port have been utilized as a gateway for business trip and physical distribution and have the decisive advantage compared to others in Japan.
In the case study, we selected two transaction cases in food and apparel businesses. We also (1) tried to track which routes the transaction of goods took for the delivery of goods to and from their distribution center and (2) clarified the total amount of time and distribution costs in taking actual and hypothetical distribution routes.
In the food trading cases, the advantage of using Shimonoseki Port is not only the total amount of time but also the distribution costs of shipping goods from exporter in Busan to importer's distribution centers in Japan. In the apparel trading cases, however, only the total amount of time consumed from the initial location in Busan to the destination in Japan contributed to giving the decisive advantage to Shimonoseki port. The reasons why Shimonoseki port has advantage in the total amount of time are due to the 3 following factors: (1) short time required by customs formalities, (2) brevity of international shipping time and (3) convenient daily shipping schedules.
If we look at international urban system between Korea and Japan in context of international trade activity, and in particular at the non-capital and non-metropolitan regions that lie at the periphery of that system such as Fukuoka, we can find even more different patterns of inter-urban linkage. The linkage between Busan and Fukuoka mainly sits at the apex of the international urban system from the perspective of the gateway of shipping of goods and business trip, whereas links to Tokyo and Osaka mostly act as transactional and functional core such as sales channels.
Regarding the international trade activities between Fukuoka and three metropolitan cities, obvious different relationships can be detected in the pattern of inter-urban linkages in the respective international function such as physical distribution, sales and business channels. The result leads us to draw the conclusion that the development of inter-linkages between non-capitals, for instance Fukuoka and Busan, can reinforce peripheral cities to diversify their urban functions and it eventually can be one of vitalizations of regional internationalization.
